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SYNOPSIS

£ Lockheed Constellation, model L-104GH, N 6911C, owned by Tﬁe Flylng
Tiger Iine Inc., and being operated under contract with the Military Air
Transport Service, crashed during the hours of darkness at Adak, Alaska,
March 15, 1962, at 1214 G.m.t. Impact and subseguent fire destroyed the
aircraft. There were seven occupants, all crew members. Silx received minqr
injuries and cne, the duty flight engineer , vae trspped in the cockpit and
Gled in the fire,

This was a scheduled cargo flight, designated by the carrier as Fiight _
No. FTL 7816/1%. It originsted st Trevis Air Force Base, California, -for
Kadene Air Force Base, Okinawa, with stops plsnned st Cold Bay, Alaska, Adak,
Alaska, and Misawa, Japan.

Shortly after departure from Travis Aif-Force.Basgy buffet;ng developed
and the aircraft vas landed back at Travis. Insp,ection... disclosed an open
hydraulic reserveir access door. This was closed and secured end the flight
proceeded une\.rentfully to Cold Bay, Alaska. The flight from Cold Bay to the
vicimity of Adak was also uneventful, with the copllot flying the sircraft

irom the left seat and the captain acting as -copilo{ in the right seat.
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Instrument weather prevalled at Adak and a ground contrqlled apprdach
(GCA) vas started. The flight was advised several times tha;'it vas below
the glide slope and then was advised to execute a missed approach. The air-
craft's captain replied that the fleld was in sight.

The approach continued, visually. At a point 328 feet short of the
runway threshold and four feet below its level the landing gear struck
rocks. The main landing gear was torn off and the aircraft slid about 2,000
feet on the runway coming to rest just off its edge. A severe fire developeﬂ¥

The Board determines that the probable cause of this accident was the.
pilota' ﬁiéjudgm@ntw of distance and altitude during the finel approach for

landing.



Investigation

A Lbckheed-Const.ellation, model L-thQE, N 59110-, owned by TheFlzring
Tiger Line Inc., crashed during a landing approech to the Adak Nawval Stﬁtioﬁ,
Adek, Alaskas, during the hours of darkness on Mﬁrch 15, 1962, at lEih_G.m.t. Y
The flight, designated by the carrier as FTL 7816/1&, was scheduled to carry
freight from- Travis- Air Force Base, Cmlifornia, to Kadena Air Force Base, -
Okinawa, with stops at Cold Bay and Adek, both in Alaska, snd Misawa, Japan,
under ccntract with the Military Air Transport Service. The flight was conducted
under the provisions of Part L2 of ;the Civil Air Regulations.

A multiple crew was éarried. It consisted of Captain Morgan W. Hu_ghés
{in comné.n&}, Captain Thomas M. Mitchell, Copilot Eq.gne W. Lowe, Flight
Engineer Henry- Guttmaﬁ, Flig’nf Engineer James M. Johﬁstone P Navigatoi' Michael E.
Green, and Wavigator Ke.nnéth Drusch., 7

The flight deimrted Travis AFB for Cold Ba.:,',' Alaé]m at 2100, March 1L,
Its grcss weight waB 11}2 050 pounds and the center of gravity was at 21; 8
percent of the MAC (Mean Aerodynamic Chord) , which was within the preacribed
limite of 23 percent and 32 percent for the existing gross weight, The mimm '
allowable tékeoff:gross welght was 142,100 pounds. |

E‘:hcu:rtl;,.r after tekeoff, buffeting developed Captain Hughes a.nd Flight
Engineer Guttman decided that the buffeting wes probably caused by an open
hydraulic reservoir access door. Captain Hughes decided to return to Travis
AFB vhere her elected to land overweight rather than to dump fuel. The maximum
allowable la.ndiﬁg weight was 119,975 pounds and the aircraft’s gross weight vas

well above that flgure.

1/ All times herein are Greenwhich Meen based on the Z2h-howr clock.
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Cai)tainMitchell ; Tlying from the left seat, mader the lending a.‘t;, él32 ¥
and commént‘ed to the crew that the aircraft ". . . surely was noseheavy -
~ probably due to excessive weight . . . ." | | -
Examination et the ramp discloséd that the hydraulic reservolr acceés
door on the right side was open. The doorrwas secured, the fuel tanks toppéd
off, and & sa.tisfa.ctory overwel ght landing inspection was made by a qualified
company representative.
‘The flight @eparted Travis AFB at 2230 for Cold Bay, Aleska, with
Ceptain Hughes in the left pilot seat. There was no further buffeting and
the nonstop flight to Cold Bay was without incident. The'landing there wa.s |
at 0805, March 15, 1962. This landing wes made by Captain Hughes, who stated
"the landing was solid as I was unsble to ma.ke & normal flare due to the nose
heavy condition."” |
The crev filed an 1n.s-1‘:rim-ent' flight plan to Adak, listing three hopra B
holding in lieu of an aiternate- airpoz_'t, According to Captain Hughes, it wms-
his intention to return to Cold Bay if he could not land at Adak. The esti- -
mated fiilght time en route was 2 hours and-30 minutes and the flight departed 7-
Cold Bay at 0919. The gross weight at 'takeoff was 123,249 pounds and. tﬁe .
center of gravity was at 22.8 percent of the MAC which was within the prescribed'
limits of 21 percent, and 32 percent for the existing gross welght. |
N 6911C contacted Adak Approech Control at 1137, glving its position a.s
100 miles northeast, at 12,000 feet, and estimating Adek at 1206, Adak

Approach Control transmitted the fqllowi'ng clearance: “Tiger 911 1is cle&red
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to the Adak Low Frequency Range via direct to deécend and maintain eight
thousand immediately. Report reaching eighf ﬁhdusand . . . " The flight
replied "Roger, understand . . .," and repeated the clearance.

At 11b4, Adsk Approach Control gave the flight the following weather:
"f'wo thousand five hundred scattered, estimated ceiling- three thousand five
hundred, overcast, visibility four, light rain and fog, temperature 42, dew-
point 38, wind east southeast one zero, peak gusts one eight, altimeter two
niper éight zero. Runways clesr of ice and smow. 3Braking action good re-
ported by P2V . . . ." This wes acknowledged.

Soon after reporting at 8,000 feet the flight recelved the following
from Adek Approach Control: . "Tiger niner one one is cleared to the Adak Low
Frequency Range via direct. Descend and maintain seven thousand immediately.
Hold southwest. Expect approach clearance at one two zero six. Adak weather
seme as previously outlined. Expect cireling approach i‘unway one eight. Wind
now east southeast eight, peak gusts one five. Expect GCAi frequencies one three
four point one megacycles and three zero three niner kil'ocycles; Remain .thia
frequency until further advised . . . ." The flight acknowledged.

Subéequently, Adak GCA established rader contact with the flight and
precision approach was commenced with Copllot Lowe flying froﬁ the left seat
and Captein Hughes occupying the right seat. At this point, Captain Hughes
requested and received clearance for a straight-in approach to runway 23. The

landing gear had been extended and locked and the wing flaps extended 60

_ percent,
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The GCA approech was routine to s point approximately three m;trlea from
touchdown where the flight was advised that it wes golng slightly above
 glidepath.

The flight next was told that it wes coming down on glide slope followed o
immediately by "below glide slope." " Six other transmissions by GCA a.&vi‘sed.r
~ the flight it was below gl;lde 'a-lope folloved by advice to execute & missetfl
approach. At about the same time Captain Hughes advised GCA "Roger wel bave -
the fieid in sight, thenk you 911." The distence from touchdown at the time
of this transmission was approximately 1-3/ 4 miles. The captain estimated
the altitude at which he became contect as 40O feet. The alrport altitude is
17 feet m.5.1.

The remainder of the approach was conducted under visusl flight con-
ditions by Copilot Lowe. He gaked Captain Hughes, serving es copilot, for
‘80 percent flaps (from 60 percent then being carried), but the captain did not |
con]ély. Rear the approach end of the runway, Captain Hﬁghes remarked to
C@ilot Lowe, "you are too low," and Mr. Lowe added power as Captein Bughes N
pulled beck on the yoke. Almost concurrently the right landing gear struck
rocks short of the runway.

Initial contact was at & point approximately 328 feet from the threshold 7
lights and 4 feet below the elevation of rumway 23. This runway is 7,610 .
feet long. The second contact wed with the right. inboard tire on & rock ap-rr',
proximately 8 feet fomrd‘rof initial impact. The aircraft then struck aﬁ
embankment at the runvay -threshold approximately 4 feet below the eievééion _

of the runway and the main gear sePa.rat'ed-‘ As the eireraft continued foward'_
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1t veered tc the right leaving the runway at tne 1,000-foot merker. VThe
right wing was torn off wvhile the main portion continued forward until coning
to rest on a heading of approximately 30 degrees, at a point approximtely -
2,000 feet from the approach end of the runwey. .

Fire eame from the aircraft followlng the eepa‘.rati-on of the maln gear-
and continued after the -aircfaft had stopped. Six of the eeven crew members
evacuated the burning wreckage without serious injury. The seventh, working
Flight Engineer Johnstone, was trapped in the cockpit area.

'I'wo crash and rescue trucks were at the scene within an-estims.ted 30
geconds after the crash. -The crews extinguished tne ﬁsible fire within
about 10 minutes. However, fire quickly broke out again and, fed_by acetone
and oxygen in tne cargo, blecame uncontrellable. Continuing attempts to free
tne imprisoned engineer were futile ra.nd he died in the fire. '

| The computed gross weight of the aircraft at the tlme of the accident,
allowlng for fuel consumption, was 115,150 pounds which was about 4,800 pounds.

under the maximum allowable landing weight. | |

: Immediately after the accident, and because thereof, a speclal ueather_
observation waé made and it showed: Celling ind_efinite 1,000 feet, sky obact_tred, '
vielbility 3 miles, li..ght drizzle, fog, tempere.ture Lo deg‘ees , dewpoint 38 |
degrees, wind east-southeast 12, gusts to 18, altimeter 29.80, relative hwnidi‘_b;'
92 percent. -

The weather minimums for The Flying Tiger Line's operation at Adak are
II-()Q feet celling and 3/1+ of a mile vielbllity. (ﬁavy minimms at Adak are

200 feet and one-half mile.)



-8 -

Interfogation of the crew following the accldent brought forth the
allegation that turbulence during the final portion of the approach waes a
factor causing difficulty in visually aligning the aircraft with thé runvay .
The crew also belleved that the actual weather was not as good as the last
weather glven them although there was no implication that it was not well
above .thelr authorized minimmsa. Captain Hughes also claimed that the
phreseclogy emplbyed by the Nevy GCA controller, in not stating exact dis-
tances above or below the glidepath, was unfamiliar to him although he had
made one previous GCA epproach to Adak.

~ On March 17, 1962, two days after the accident, the Adak GCA fecility
was Tlight cheéked by the Federal Aviation Agency. It wes found to he opers
ating satisfactorily end within tolerances. The FAA flight inspectors also
tested the proficlency of the GCA controller who was on‘duty at the time ﬁf
the aécident and found him to be "well above average" on all Precision Approach
Radar (PAR) runs and "satisfacﬁofy“ for Airport Surveillance Radar (ASR)
appfo&ches. |

The Adak airport is e facility of the U. S. Navy and no resident FAA
inspector is stationed there. Air traffic services fbr civil aircraft ere
provided by Navy personnel to the satisfaction of the FAA in accordance with
& current letter of agreement between the FAA and the Commanding Officer of |
the Adek Naval Station. 7

Investigation disclosed that all pertinent lighting at Adak Airport was :
turned on and functioning normallj at the time of the accident. Runway_23

- does not have approach lights.
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Investigation of the ailrcraft structure, of its various systems, and
of its powerplants disclosed no evidence of any malfunction of any nature.
All four propellers were found in low pitch. A review of ma.ilitena.nce Te~
cords of aircraft and poverplante diseclosed no significant drregularity.
The erew stated that they experienced no mechanicai diffiealty cf any type
during the flight from Cold Bay or during the final approach. There was
neither evidenée nor suspicion that the cargo had shifted prior to or during
the aporoach. |

Copilot Lowe bad never previously landed at Adak. Ceptain Hughes had -
nade one GCA appromach and landing there. Hovever, it wvap during d-ayliéht'
end to a different runway.

Exemination of the detailed itinerary of this flight and of the pre-
flight rest pericds of all crew members indicates that rest and off-duty
requirements had ;been met. '

Aneglysis

An ansalysis 6f‘ the evidence adduced in connection wlth thie investi-
gation leads clearly to the conclusion that the accidemt was caused by
faulty plloting judgment during the landing approach.

The aifcrai‘t was fully airworthy and in landing configurstion. A1
of its components, including powerplants, functioned normally. - All ajr-
yort facilities, including lighting and the GCA rédar, also functionéd
norma.lly; Tﬁe operator of that radar performed his duties properly and
in mecordance with his prescribed Navy procedures , which were acceptable
to the FAA. The rumwmy was of adequate length. The Weather was defi_ni.fel,y

better than the minimume authorized by the FAA Tor the subJect operation.
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It is probably true that some turbulence prevailed during the latter part
of the approach, as the crew claimed, but, with the existing wind velocities,
its intensity should not have been enocugh to seriously affect control of.
£he aircraft.

The overwelght lending made at Travis AFB at the start of the flight
was folloved by an overweight landing inspection which disclosed no damage.
The incident may therefore be dismissed as nof belng germane to this acci-
dent. .The nose heaviness evident et both the Travis and Cold Bay landings,
which wes commented on at the time, and therefore familiar to all crew members
can be attributed to the cargo loading. Because the cargo had not been re-
arranged, a s_omewhat simllar nose hea.vines_s should logically have been anti-
cipated at Adak. However, the center of gravity of.the alrcraft was located
within prescribéd. limits.,

The entire planned flight from Travis AFB to Okinawa was lengthy enocugh
to require a multiple crevw of qualified airmen. Such & multiple crew wasr
carried. At the time of the accident the ltotal elapsed time from departing"
Travis was 15 hours and 14 minutes, about hélf_of the total planned.time. -
None of the three pilots hed been on continuous duty and maximum duty time
had not been exceeded. Crew fatigue, therefore, cannot logically be conh-
sidered as having been a significant factor in- the accident.

While on final approach Copilot Lowe asked Captain Hughes to lovwer the
flaps to 80 percent (from 60 percent). The captain stated, however that 60
percent flap was retained in anticipation of a possible go-around. It is

certainly a captain's prerogative to accept or reject reguests as he deems
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best. If 80 percent flap had been used, as requested, the aircra’.ﬂ'_.-'s stéll
gpeed would have been decreased slightly, but it is doubtful‘if this factor
glone would have allowed the sircraft to reach the runway threshold. Thus
thig item aléo appears to be not germane lnasmuch &s 'bl_m captain obviously
thought it best not to increase the flap extension-, and Copllot Lowe later
stated that the choppy weather would have made it difficult for him to dif-
ferentiate b‘etween 60 percent and 80 percent flap.

When Captaiﬁ Hughes told the. controller that he had the field in sight,
very shortly after being advised to make a missed approach, he did, in fact, -
assume full responsibility for the conduct of the flight. At that moment
the GCA controller was relieved of further responsibility for the approach.

In- regard to Captain Hughes' contention that the phraseclogy used by
the GCA controller was unfamiliar to him, it should be pointed out that
Captain Hughes had made one previous GCA approach at Adak. Fur_ther; -the fact
that there were seven successive advisories of being below glidepath, folicwe’d
by advice to make & missed approach, shou_ld certainly have sufficed to a.lért
the captain to the persistent under flying of the glidepath. Thus the &lleged
unfamiliarity with the GCA phraseclogy cannct be demonstrably linke& to this
accldent. -

This flight wes being operated under Part 42 of the Civil Air Regulations
which permits landing at airports where the captain in command hgs not had -

specific landing experience.
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Probable Cause

The Board detemjhes that the probable cause of this aceident was the
pilots'- misjudgnent of disténce and altitude during the final approaéh for
landing. |

BY THE CIVIL AERONAUTICS BOARD:

/s/ ALAN S, BOYD
Chairman

/s/ ROBERT T, MURPHY
Vice Chairman

/s/ CHAN GURNEY
Member

/s/ G. JOSEPH MINETTI
Member

/s/ WHITNEY GILLILLAND
Member




Investigation

The Clvil Aeronsutics Board was notified of the accildent immed.j.ateiy
gfter occurrence. An ihvestigation WaB iniltia.ted at once ip accordance
with the provisions of Title VII of the Federe.l Aviation Act of 1958.

The Carrier

The Flying Tiger Line Inc., is a scheduled air carrier iacorporated
in the State of Delawmre with its principai business offlces at Burbank,
Califomia. It operates under a éurreﬁtl—y effective certificate of public
convenience and ﬁecessity issued by the Clvil Aercnautics Boerd, and an
gir carrier operating certificate issued by the Federal Aviation Agency,
Thése ce:rtifica.fes guthorize the compeny o transport cergo by air over
numercus routes withiﬁ_ the Continental limits of the United States. ':Tile
subJject flight was éonduc‘bed under an exemption granted bf‘t".he Civil Aero-
neutics Board which authorizes the carrier to engege in interstate, overseas,
and foreign air tranépbrtation of perso':is and cargo pursuant to contracts
with a.ny department of the military eestsblishment.

The Aircra.f t

The'a.irc;.raft was & Lockheed Constellation, model L-1040H, Serial No. L80kL, |
N 65911C, and was manufactured Jesnuary 6, 1957. Total operationel time on the

aircrafﬁ was 16,038 hours of which 3,446 hours had been .Since the last qvef-

naul. The last operational check and the last terminal check inspection bad

been 1L4.6 hours prior to the accident.



The engine was Wright model 988TC18-EA3. The times since overhsul
of all four engines were within prescribed limits. The propellers vere
Hamilton Stendard model 43H60-363. Their times since overhaul vere within
p;eseribed limits.

Flight Personnel

All seven crew members had had adequate rest prior to departing Travis
AFB. All held appropriate certificates and ré,tings from the FAA. Captain
Morgan W. Hughes, -age ‘41, who was in command apd who was in the right pilot
seat, had a total f]ight.time of 13,000 hpurs of which 3,055. hours had been
in L-104CH Conétéilations. Copilot Wayne W. Lowe, age 46, ﬁho made the ap-~
proach from the lefj: pllct seat, ﬁad a total of 19,000 hours of which 1,211

hours- had been in L-1040H Constellations.



